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DEPARTMENT  OF  TRANSPORTATION 

Metropolitan  Washington  Airports 
Policy 

Introduction 

Washington  National  Airport  is 
unique  among  the  Nation's  airports.  One 
of  only  two  air  carrier  airports  operated 
by  the  federal  government,  it  serves  as 
the  principal  air  gateway  to  the  Capital. 
Its  location  immediately  across  the 
Potomac  from  Washington  makes  it  one 
of  the  most  convenient  airports  in  the 
Nation,  and  at  present  it  has  better  mass 
transportation  access  than  the  other  two 
airports  serving  the  metropolitan  area. 
To  those  who  live  in  its  flight  paths, 
however,  it  is  at  best  an  unwelcome 
neighbor.  Despite  runway  limitations. 
National  is  one  of  the  busiest  airports  in 
the  national  system.  Its  more  than  sixty 
operations  (takeoffs  and  landings)  per 
hour,  of  which  forty  are  by  certificated 
air  carriers,  mean  a  constant  noise 
impact  through  the  day  and  early  hours 
of  the  night. 

National  currently  operates  under 
stricter  conditions  than  any  other  air 
carrier  airport.  Four-engine  jets,  the 
noisiest  in  the  air  carrier  fleets,  are 
prohibited.  By  regulation,  scheduled  air 
carrier  operations  are  limited  to  40  per 
hour.  By  informal  agreement,  carriers  do 
not  schedule  flights  between  10  p.m.  and 
7  a.m.,  and  general  aviation  jets 
generally  do  not  operate  after  11  p.m. 
Widebody  jet  aircraft  are  also 
prohibited.  The  Federal  Aviation 
Administration  (FAA),  the  Airport’s 
operator,  has  adopted  special  flight 
procedures  to  limit  noise  impacts  on  the 
region.  These  extraordinary  limitations 
are  not,  however,  sufficient.  Most  of  the 
Airport's  neighbors  would  like  further 
restrictions  on  the  use  of  National;  some 
would  like  to  see  it  closed  altogether, 
with  traffic  handled  at  the  more  remote 
and  underutilized  Dulles  International 
Airport,  or  Baltimore-Washington 
International. 

To  many  of  the  Airport  users, 
however,  convenience  is  the  paramount 
issue.  The  airlines  have  found  that  they 
can  achieve  higher  load  factors  on 
flights  scheduled  at  National  than  at  the 
other  metropolitan  area  airports,  chiefly, 
they  contend,  because  most  passengers 
in  the  area  would  prefer  to  leave  from 
there.  Further,  passengers  not  traveling 
to  Washington  find  the  greater  number 
of  flights  allow  for  more  convenient 
connections.  This  divergence  of  opinion 


has  fueled  a  continuing  debate  on  the 
proper  use  of  National. 

A  coherent  policy  for  the  operation  of 
National  has  never  been  developed.  Its 
operations  are  governed  by  a  patchwork 
of  informal  rules  developed  in  the 
sixties,  at  the  time  jet  aircraft  were  first 
introduced.  The  terminal  buildings, 
except  for  limited  improvements  made 
by  the  airlines,  for  the  most  part  date 
back  to  the  days  of  propeller-driven 
aircraft.  Proper  development  of  the 
Airport  facilities  has  been  delayed 
pending  resolution  of  its  future  use. 
Repeated  efforts  to  decide  what  to  do 
about  National,  whether  to  expand  it, 
rebuild  it,  or  sell  or  transfer  it  to  a  local 
authority,  have  never  come  to  fruition. 

As  a  result,  almost  not  improvements 
have  been  made.  As  passenger  levels 
have  continued  to  grow,  the  terminal 
has  grown  increasingly  crowded,  and 
the  roadways  and  parking  lots  serving 
the  Airport  are  normally  congested. 

Continuation  of  the  present 
uncontrolled  operating  conditions  is 
intolerable.  On  this  point,  most 
proponents  and  opponents  of  increased 
use  of  National  are  in  agreement. 

Further,  whether  more  or  less  air  traffic 
is  served  by  National  in  the  future,  the 
physical  plant  must  be  improved.  Before 
such  improvements  can  be  undertaken, 
however,  the  future  role  of  the  Airport 
must  be  established.  No  matter  what 
policy  is  selected,  continued 
unrestricted  growth  in  passengers 
served  cannot  be  permitted  in  the  future. 
It  would  be  impossible,  as  a  practical 
matter,  to  accommodate  all  the  potential 
demand  at  National,  and  the 
environmental  impacts  of  attempting  to 
do  so  would  be  unacceptable.  Thus, 
provision  must  be  made  for  handling  air 
traffic  to  Washington  at  the  other  two 
area  airports. 

When  1  took  office  as  Secretary  of 
Transportation,  the  Federal  Aviation 
Administration  was  in  the  process  of 
developing  a  new  policy  proposal  for  the 
operation  of  its  two  airports.  Convinced 
that  such  a  policy  was  long  overdue,  1 
made  it  a  personal  priority.  In 
September,  we  advised  the  U.S.  district 
court  that  had  ordered  an  environmental 
impact  statement  prepared  on  the 
operations  of  National  that  we  would 
produce  the  required  statement  by 
August  15, 1980.  In  January,  our 
proposed  policy  was  published  for 
public  comment:  hearings  were 
conducted  in  March.  In  addition  to  the 
hearing  transcripts,  over  500  written 
comments  were  submitted  to  the  public 


docket.  In  June,  the  House  Committee  on 
Public  Works  and  Transportation  held 
oversight  hearings.  After  exhaustive 
review  of  the  record  and  extensive 
consultation  with  the  Federal  Aviation 
Administrator,  I  have  decided  on  an 
operating  policy  for  the  Metropolitan 
Washington  Airports. 

Summary  of  the  Policy 

In  brief,  after  January  1, 1981, 
operations  at  Washington  National  and 
Dulles  International  Airports  will  be 
conducted  under  the  following 
principles.  The  FAA  is  issuing  final  rules 
that  incorporate  the  principal  elements 
of  the  Policy. 

1.  Passenger  Ceiling  (Cap) 

National  Airport  will  not  be  permitted 
to  accommodate  more  than  17  million 
total  passengers  per  year.  That  level  will 
be  maintained  by  periodically  adjusting 
the  numbers  of  “slots”,  or  rights  to 
schedule  landings  or  takeoffs,  that  are 
available  to  certificated  and  commuter 
air  carriers.  The  FAA  expects  the  ceiling 
to  be  reached  in  1983. 

2.  Operating  Rights  (Slots) 

The  total  number  of  slots  at  National 
will  remain  at  60  per  hour,  as  provided 
in  the  current  High  Density  Rule.  The 
portion  of  that  total  available  to 
certificated  air  carriers  will  be  reduced 
to  36  per  hour,  a  reduction  of  four  from 
the  current  allowance  of  40.  The  air  taxi 
allowance  will  be  invesed  from  the 
current  eight  per  hour  to  12  per  hour, 
and  the  category  of  carrier  entitled  to 
use  them  will  be  changed  to 
“commuter”.  The  current  allowance  of 
12  per  hour  for  general  aviation  activity 
will  remain  unchanged. 

The  hourly  scheduling  limitations  will 
be  in  force  each  day  between  the  hours 
of  7:00  a.m.  and  8:59  p.m.  Between  9:00 
p.m.  and  9:30  p.m.,  each  of  the  three 
categories  of  user  will  be  permitted  one- 
half  the  hourly  allowances,  18  slots  for 
certificated  air  carriers,  six  for 
commuter  carriers,  and  six  for  general 
aviation. 

As  a  result  of  the  change  from  “air 
taxi”  to  “commuter”,  certificated  air 
carrier  slots  will  be  available  only  to 
scheduled  carriers  using  aircraft  of  56  or 
more  passenger’s  seats,  while  commuter 
slots  will  be  used  by  all  carrier  aircraft 
with  fewer  than  56  seats.  At  present, 
flights  by  commuter  carriers  operating 
on  certificated  routes  count  against  the 
air  carrier  allotment. 
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3.  Hours  of  Operation  (Scheduling 
Limitations  and  Curfew) 

Carriers  will  be  permitted  to  schedule 
operations,  consistent  with  the  hourly 
slot  limitations,  only  between  the  hours 
of  7:00  a.m.  and  9:30  p.m. 

In  addition,  a  curfew  will  be  imposed 
to  halt  late  operations.  Initially,  the 
hours  of  operation  at  National  will  be 
modified  to  prohibit  ail  aircraft 
departures  between  the  hours  of  10:30 
p.m.  and  7:00  a.m.  There  will  be  a 
similar  curfew  on  all  aircraft  arrivals 
between  the  hours  of  11:00  p.m.  and  7:00 
a.m. 

Many  commenters  urged  that,  in  lieu 
of  closing  National  to  all  traffic  at  night, 
smaller  aircraft  that  are  substantially 
quieter  than  jet  transports  should  be 
permitted  to  operate  past  the  10:30  or 
11:00  p.m.  closing  hours.  Since  the 
necessary  environmental  data  on  this 
proposal  is  not  available,  the  FAA  will 
analyze  this  proposal  further.  If 
appropriate,  a  separate  rulemaking  will 
be  issued,  to  be  concluded  by  January  1, 
1981. 

4.  Equipment  Limitations  (Widebodies) 

The  policy  prohibition  on  the  use  of  2- 
and  3-engine  yvidebody  aircraft  at 
National  will  be  removed  on  January  1, 
1981.  The  FAA  is  satisfied  that 
widebodies  can  be  operated  there 
safely.  Each  carrier’s  right  to  operate 
this  type  of  equipment  will  turn  on  an 
evaluation  of  the  safety  of  its  operation 
by  the  Office  of  Aviation  Standards  and 
a  decision  by  the  Director  of  the 
Metropolitan  Washington  Airports  that 
the  use  of  such  aircraft  is  compatible 
with  the  Airport’s  airside  and  terminal 
facilities  and  roadway  capabilities. 

5.  Cities  Served  (Perimeter  Rule) 

The  nonstop  service  perimeter  for 
National  will  be  established  at  1,000 
miles,  with  no  exceptions.  This  policy 
would  permit  airlines  to  add  nonstop 
service  to  cities  such  as  Birmingham, 
Fort  Lauderdale,  Kansas  City,  and  New 
Orleans  to  the  more  than  50  cities 
receiving  nonstop  service  under  the 
present  system. 

6.  Physical  Developments  (Master  Plan) 

The  Federal  Aviation  Administration 
will  immediately  undertake  to  develop, 
with  public  participation,  a  Master  Plan 
for  physical  redevelopment  of  National, 
including  improved  access  to  public 
transportation,  and  will  then  proceed 
with  such  a  redevelopment  program. 


7,  Dulles 

Dulles  International  Airport  will 
continue  to  provide  all  types  of  aviation 
services  to  the  Washington  area  at  all 
hours  of  the  day.  Capacity  at  Dulles  will 
continue  to  be  added  as  necessary.  The 
Dulles  Airport  Access  Highway  will 
continue  to  serve  airport  traffic  only, 
with  the  several  exceptions  currently  in 
force.  Additional  access  improvement  to 
Dulles,  particularly  those  oriented  to 
public  transit  modes,  will  be  pursued. 

Changes  From  the  Proposed  Policy 

As  a  result  of  public  comment  and  our 
analysis,  two  modifications  have  been 
made  to  the  Policy  as  proposed  last 
January: 

The  passenger  ceiling  has  been 
reduced  from  18  million  to  17  million. 

The  purpose  of  a  ceiling  is  to  limit 
growth  at  National,  without  causing 
sudden  disruption  to  existing  air  service 
patterns.  The  recent  continuing  decline 
in  passenger  traffic  growth  will  mean 
that  the  reduced  cap  will  probably  not 
be  reached  until  approximately  1983. 

The  proposed  policy  set  a  10:30 
absolute  curfew  for  operations  into 
National.  Experience  shows  that  flights 
scheduled  for  9:30  will  occasionally 
arrive  after  10:30  p.m.  In  order  to 
minimize  the  extreme  inefficiency  and 
inconvenience  that  could  be  caused  by 
the  diversion  of  late  flights  to  Dulles  or 
Baltimore,  the  arrival  limitation  will  be 
extended  to  11:00  p.m. 

Other  Issues 

Commenters  expressed  considerable 
concern  that  both  the  immediate  and 
future  reductions  in  flights  at  National 
will  exacerbate  the  present  trend  of 
carrier  emphasis  on  the  larger  markets 
at  the  expense  of  service  to  smaller 
communities.  National  is  the  primary 
airport  serving  government.  We  must 
assure  that  the  limited  capacity  of 
National  is  made  available  to  the  public 
on  an  equitable  basis. 

A  separate  notice  of  proposed 
rulemaking  will  be  issued  within  thirty 
days  on  the  allocation  of  slots  among 
carriers.  It  will  contain  one  or  more 
alternative  methods  to  assure  that 
nonstop  service  to  National  is  equitably 
distributed  among  cities  within  the 
perimeter. 

A  second  rulemaking  will  be  issued  to 
establish  a  mechanism  for  determining 
the  number  of  slot  reductions  required  in 
the  future  to  assure  that  the  number  of 
passengers  served  at  National  does  not 
exceed  17  million. 


Underlying  Considerations 

There  are  two  basic  reasons  that  a 
comprehensive  operating  policy  for  the 
Metropolitan  Washington  Airports  is 
necessary.  First,  the  future  role  of 
National  must  be  established  so  that  the 
facility  can  be  improved  to  deal 
adequately  with  the  traffic  it  will  carry. 
Second,  growth  at  National  must  be 
controlled  both  so  that  the  adverse 
environmental  impacts  of  the  airport  can 
be  limited,  and  so  that  congestion  can 
be  reduced.  This  in  tirni  will  permit 
orderly  improvements  in  access  to 
Dulles  and  Baltimore-Washington 
International. 

Existing  limitations  at  National  are 
simply  not  adequate  to  deal  with  the 
potential  for  growth.  Although  the 
number  of  flights  per  hour  have  been 
limited,  the  airlines  have  been  able, 
through  the  introduction  of  larger  two- 
and  three-engine  aircraft,  to  increase 
substantially  the  number  of  passengers. 
The  readily  observable  result  has  been 
the  continuing  ground  and  terminal 
congestion  passengers  and  carriers  at 
National  must  face.  The  capacity  of 
roadway  and  parking  facilities  has  long 
been  overwhelmed  by  growth.  Aircraft 
aprons  are  undersized  and  crowded. 
Even  counter  space  is  too  limited  to 
handle  passenger  loads  efficiently.  The 
cure  to  this  problem  cannot  be 
reconstruction  of  the  terminal  alone. 
National  has  limited  space  on  which  to 
expand,  and  there  are  further  limits  to 
the  ground  transportation  network. 

Noise  impacts  on  surrounding 
communities  are  also  severe,  even  under 
present  operating  conditions.  National  is 
one  of  the  busiest  airports  in  the  nation. 
Present  schedules  allow  jet  transport 
takeoffs  and  landings  every  minute  and 
a  half.  For  the  residents  to  the  area  that 
live  along  the  Potomac  River  flight  paths 
flight  paAs  where  flight  activity  is 
concentrated,  the  noise  levels  are 
already  especially  offensive  because  of 
their  perception  that  the  concentration 
of  activity  at  National  is  unjustified, 
given  the  availability  of  Dulles  and 
Baltimore. 

A  policy  is  also  necessary  to  assure 
that  Dulles  is  fully  utilized.  As  long  as 
carriers  are  able  to  increase  the  number 
of  passengers  carried  at  National,  they 
will  continue  to  do  so.  It  has  been  to 
their  advantage  to  shift  longer  haul 
flights  formerly  scheduled  at  Dulles  to 
National,  at  the  expense  of  shorter  haul 
markets  traditionally  served  there. 

Another  important  consideraton  is  the 
availability  of  Dulles  International  and 
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Baltimore-Washington  International 
Airports  to  service  the  metropolitan 
area.  These  airports,  both  open  at  all 
hours,  are  readily  accessible  to  many  in 
the  metropolitan  area,  and  do  not 
present  environmental  problems  as 
serious  as  National's.  As  operations  are 
limited  at  National,  passengers  will 
have  excellent  alternative  facilities  that, 
while  not  as  convenient  to  downtown  as 
National,  provide  service  superior  to 
that  at  many  other  cities. 

Annual  Passenger  Limitation 
Background 

Despite  the  existing  limitation  on  the 
number  of  air  carrier  operations  that 
may  be  scheduled  per  hour  at  National, 
the  Airport  has  experienced 
considerable  growth  in  passengers 
carried.  Passenger  activity  has 
increased  from  approximately  11  million 
in  1972  to  15  million  in  1979  while  the 
number  of  operations  of  certificated  air 
carriers  actually  declined  somewhat 
because  of  the  introduction  of  larger 
capacity  aircraft.  Congested  as  it  may 
be.  National  is  not  yet  near  the 
saturation  point  under  the  existing 
policy.  Growth  trends  are  expected  to 
return,  despite  the  recent  downturn  in 
air  traffic.  If  the  present  operating 
conditions  were  not  changed. 
Washington-area  passengers  would  be 
distributed  in  the  future  as  follows: 


Annual  Passengers 

[Forecast  in  million  annual  passengers] 


Year 

Na¬ 

tional 

Per¬ 

cent 

mar¬ 

ket 

Dut¬ 

ies 

Per¬ 

cent 

mar¬ 

ket 

Balti¬ 

more 

Per¬ 

cent 

mar¬ 

ket 

1980 . 

....  14.8 

67 

3 

16 

3.8 

17 

1985 . . 

....  18.8 

64 

4.6 

16 

5.8 

20 

1990._ . 

.  19.2 

51 

9.4 

25 

8.9 

24 

The  forecast  activity  shows  National 
continuing  to  dominate,  in  terms  of  the 
market  served,  well  into  this  decade  and 
beyond,  even  assuming,  as  the  above 
figures  do,  that  widebodies  were  not 
allowed  there.  If  widebodies,  which  seat 
about  200  to  275  passengers,  were 
permitted  to  replace  the  90  to  150  seat 
aircraft  now  serving  National,  passenger 
activity  would  grow  even  faster.  It 
would  be  projected  to  reach  19  million 
as  soon  as  1985. 

The  growth  potential  is  so  great  that, 
even  with  the  reduction  in  operating 
hours  end  number  of  operations  per 
hour  proposed  in  this  policy.  National 
passenger  traffic  could  reach 
substantially  the  same  levels  as  if  these 
capacity  limitations  were  not  adopted. 
The  reduction  from  40  to  36  flights  per 
hour  would  thus  only  slow  the  rate  of 
growth,  and  would  not  in  itself  bring 


about  a  significant  shift  in  future 
passenger  activity  to  Dulles  or 
Baltimore. 

Initial  Proposals 

When  this  policy  was  published  for 
public  comment  in  January,  it  proposed 
a  ceiling  on  growth  of  18  million 
passengers  per  year  to  assure  that 
National’s  growth  would  be  contained. 

The  environmental  impact  statement 
analyzes  the  impacts  of  no  cap  and  caps 
of  18  and  16  MAP,  as  well  as  a  more 
restricted  alternate  that  included  a  14 
MAP  cap. 

Policy  Decision 

An  annual  ceiling  of  17  million 
passengers  per  year  will  be  adopted  for 
National.  This  lower  limit  will  probably 
be  reached  in  1983,  two  years  sooner 
than  the  18  million  proposal.  The  limit 
was  chosen  to  set  a  level  that  provides 
an  adequate  degree  of  environmental 
protection  without  severely  disrupting 
passenger  traffic  patterns,  and  the 
recent  downturn  in  trafHc  enables  this 
goal  to  be  accomplished  with  a  reduced 
cap. 

The  adoption  of  this  cap  will  enable 
the  FAA  to  develop  plans  for  the 
modernization  of  National  facilities  and 
anticipate  any  necessary  improvements 
at  Dulles  as  well.  Other  advantages  will 
flow  from  this  provision,  however.  As 
the  airlines  take  advantage  of  the 
decision  to  admit  widebody  aircraft,  and 
as  load  factors  on  all  aircraft  at  the 
Airport  increase,  fewer  and  fewer  flights 
will  be  permitted  at  National.  The  FAA 
estimates  that  in  1990,  as  a  result  of  the 
cap,  certificate  air  carrier  slots  could  be 
reduced  to  30  scheduled  operations  per 
hour. 

At  the  same  time,  the  introduction  of 
the  quieter  widebodies  and  new  design 
aircraft  will  mean  continuing 
improvements  in  the  noise  impact  on 
National’s  neighbors. 

The  more  drastic  proposal  of  reducing 
hourly  slots  to  20  immediately, 
eliminating  grandfather  cities,  and 
setting  a  cap  of  14  million,  proposed  by 
the  Metropolitan  Washinton  Council  of 
Governments,  has  been  rejected.  The 
disruptive  impact  on  established 
passenger  service  would  be  too  extreme 
forcing  longer  distance  traffic  through 
already  crowded  hubs,  principally 
Atlanta  and  Chicago,  and  ending  service 
to  many  smaller  communites 
immediately. 

Operating  Rights 
Background 

The  present  FAA  high  density  rule  for 
National  (14  CFR  91.193)  was  adopted  in 
1969  and  has  never  been  changed.  Air 


carrier  operations,  the  principal  source 
of  noise  impact  on  National’s  neighbors, 
have  been  limited  to  40  per  hour.  This 
limitation  no  longer  provides  the  same 
protection  it  originally  did.  Over  the 
years,  the  carriers  have  increasingly 
substituted  larger,  heavier  airplanes  for 
the  ones  they  originally  flew.  Jets  have 
almost  completely  replaced  propeller- 
driven  aircraft.  This  trend  has 
contributed  to  increased  noise  levels 
and  airport  congestion. 

Over  the  past  several  years,  commuter 
air  carrier  service  has  grown 
substantially  throughout  the  Nation. 
Since  enactment  of  the  Airline 
Deregulation  Act  of  1978,  the 
commuters’  role  has  become 
increasingly  important  as  they  have 
moved  into  markets  no  longer  served  by 
the  certiHcated  carriers.  At  National, 
however,  commuters  have  been  limited 
to  eight  slots  per  hour.  The  effect  of  this 
limit  has  been  somewhat  alleviated  by 
Civil  Aeronautics  Board  procedures  that 
permit  commuters  to  operate  certificated 
air  carrier  routes  not  being  flown  by  a 
certificated  carrier.  This  has  not  been 
sufficient,  however,  to  meet  the 
potential  demand  for  commuter 
operations  at  National. 

General  aviation  has  been  limited  to 
twelve  operations  per  hour.  This 
provision,  however,  is  not  as  signifcant 
to  the  users  as  the  two  air  carrier 
allotments  because  slots  are  actually 
“IFR”  (instrument  flight  rule) 
reservations,  or  the  right  to  operate  in 
weather  conditions  where  viability  is 
poor  enough  to  require  the  use  of 
instruments.  General  aviation  aircraft, 
which  do  not  operate  by  schedule,  are- 
able  to  operate  in  greater  numbers  when 
visual  flight  rules  apply  and  reservation 
are  not  required.  Scheduled  carriers,  on 
the  other  hand,  must  operate  on  a 
schedule  and  therefore  do  not  schedule 
more  flights  than  the  IFR  capacity  of  the 
Airport. 

Initial  Proposal 

The  January  policy  proposal  was  to 
reduce  air  carrier  slots  from  40  to  36  per 
hour,  increase  commuter  slots  from  eight 
to  12,  and  leave  general  avaiation  slots 
unchanged.  An  alternative  proposal 
would  have  reduced  general  aviation 
slots  to  nine,  and  increased  commuter 
slots  to  15. 

In  addition,  we  proposed  to  redefine 
the  slot  categories.  The  present 
commuter  slots  are  reserved  for  “air 
taxis’’,  and  obsolete  category  pf  air 
carrier.  The  proposal  would  reserve 
commuter  slots  for  aircraft  certificated 
to  carry  fewer  than  56  passengers. 

The  final  environmental  impact 
statement  analyzed  the  impact  of  our 
initial  proposal  a  variable  hourly  slot 
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proposal,  and  a  reduced  activity 
alternative,  which  combine  a  20  slot  per 
hour  limit  with  a  14  million  passenger 
cap. 

Policy  Decision 

Air  carrier  slots  will  be  reduced  to  36 
per  hour,  commuter  slots  increased  to 
12,  and  the  proposed  redefinition  of  slot 
categories  will  be  adopted.  The  results 
will  be  an  immediate  reduction  in  noise 
and  a  reduction  in  the  passenger  traffic 
grow  rate  at  National. 

-  There  are  two  basic  reasons  for 
reducing  certificated  air  carrier 
operations  from  40  to  36  per  hour  and 
increasing  the  commuter  air  carriers, 
from  eight  to  12.  First  is  the  need  to  limit 
the  growth  of  National  and  to  direct  the 
future  growth  in  activity  toward  Dulles 
and  Baltimore.  The  second  is  to  make 
more  slots  available  to  commuter 
carriers. 

Many  commenters  on  the  proposed 
policy  alleged  that  a  reduction  of  four 
slots  would  be  insignificant  and  would 
not  contribute  measurably  to  the 
reduction  in  used  of  National  Airport.  It 
should  be  clear  that  the  reduction  in  air 
carrier  slots  is  an  indication  of  this 
Department’s  resolve  to  control  future 
growth  at  National.  When  added  to  the 
cutback  in  the  number  of  hours  and  a 
cap  on  total  passenger  activity  at  the 
airport,  the  four  slot  reduction  does  have 
a  meaningful  impact.  The  reduction  of 
four  scheduled  operations  per  hour  will 
eliminate  64  potential  operations  by 
certificated  air  carriers  based  on  the 
present  operating  hours  and  will 
immediately  slow  the  rate  of  growth  of 
National.  The  combined  reduction  in 
operating  hours  and  the  reallocation  of 
slots  will  remove  118  of  the  existing  640 
air  carrier  operating  slots  per  day,  an 
18.4  percent  reduction.  For  the  next 
years  airport  activity  should  be  below 
current  passenger  levels. 

Commuter  operations  could  not  be 
increased  by  simply  increasing  the  total 
number  of  IFR  reservations  per  hour.  But 
even  though  the  total  limitation  has 
stood  since  1969,  in  spite  of  advances  in 
air  traffic  control  technology,  and 
installation  of  the  latest  equipment  in 
the  National  control  tower,  the 
instrument  flight  rules  condition 
capacity  of  the  Airport  remains 
approximately  60  operations  per  hour. 

Eight  commuter  carriers  now  operate 
at  National.  Slots  are  not  made 
available  to  new  carriers  until  release 
by  others,  and  15  operators  are  currently 
waiting  to  acquire  them.  The  cities  that 
they  propose  to  serve  from  Washington 
are  the  smaller  communities  within 


several  hundred  miles  that  have  only 
limited,  if  any  service  by  certificated  air 
carriers.  The  cities  proposed  to  be 
served  by  the  carriers  on  the  waiting  list 
include  Norfolk,  Bridgeport,  New  Haven, 
Atlantic  City,  Lynchburg,  and  White 
Plains. 

The  FAA  will  address  the  problem  of 
smaller  communities  in  a  future  Notice 
of  Proposed  Rulemaking  on  Operating 
Slot  Allocation.  Nevertheless,  the 
redistribution  of  slots  to  the  commuter 
air  carriers  will  be  beneficial  to  these 
cities.  The  redistribution  of  slots  to 
permit  more  operations  of  commuter 
aircraft  is  long  overdue  at  National.  It 
will  enable  commuter  air  carriers  that 
are  available  for  replacement  service  to 
communities  that  have  experienced  a 
loss  of  certificated  air  carrier  service  to 
obtain  the  necessary  slots  for  operation 
at  National  Airport.  In  addition,  the 
redistribution  of  slots  permits  the 
quieter  commuter  aircraft  to  operate  in 
lieu  of  larger  turbojet  aircraft  and  should 
result  in  a  noise  benefit  to  the 
community. 

To  promote  the  most  efficient  use  of 
both  air  carrier  and  commuter  slots, 

FAA  regulations  will  require  that 
operations  with  aircraft  having  a 
certificated  maximum  passenger 
capacity  of  fewer  than  56  seats,  which 
category  includes  most  commuter 
aircraft,  be  conducted  with  the 
commuter  air  carrier  slots,  even  if  the 
carrier  is  certificated.  Commuter  air 
carriers  that  have  acquired  a  certificate 
of  public  convenience  and  necessity 
from  the  Civil  Aeronautics  Board  and 
are  presently  using  certiHcated  air 
carrier  slots  with  small  aircraft  will  thus 
henceforth  operate  with  commuter  air 
carrier  slots.  This  would  return 
approximately  30  slots  per  day  to  the 
certificated  air  carriers  to  be  operated 
with  aircraft  with  56  or  more  seats.  The 
immediate  return  of  these  slots 
alleviates  somewhat  the  certificated  air 
carriers  long-term  “losses"  from  the 
quota  redistribution  of  40  to  36. 

The  policy  proposal  gave 
consideration  to  a  further  redistribution 
of  slots  to  increase  commuter  air  carrier 
slots  to  15.  These  slots  would  have  been 
deducted  from  the  general  aviation 
allocation  of  12  per  hour.  Supporters  of 
this  alternative  generally  point  to  our 
ability  to  serve  more  people  if  these 
operating  slots  are  allocated  to  air 
carriers.  Private  and  corporate  aircraft, 
they  contend,  contribute  to  the  delay 
and  congestion  on  the  airport,  but  do  not 
produce  a  transportation  benefit  to  large 
numbers  of  people. 

Were  it  solely  the  question  of  adding 


capacity  to  National  Airport,  we  might 
favor  this  approach.  It  is  not  certain, 
however,  that  an  increase  of  more  than 
four  slots  per  hour  is  needed  at  this  time 
for  commuter  air  carriers.  Furthermore, 
additional  slots  will  be  made  available 
to  the  commuters  as  the  cap  on  growth 
results  in  further  slot  reductions  for 
certificated  carriers. 

Industry  opponents  to  slot 
redistribution,  principally  the  Air 
Transport  Association  (ATA),  claim  that 
a  significant  adverse  impact  on  distant 
communities  could  result  from  this 
Department’s  proposal  to  reduce  the  air 
carrier  slots  from  40  per  hour  to  36  per 
hour.  The  ATA,  not  convinced  that  the 
policy  as  here  adopted  provides 
sufficient  environmental  improvements 
to  justify  the  “deleterious  impact  on 
commercial  activity  and  impingement  on 
public  service,"  formally  proposed  an 
alternative  it  contends  produces  a  more 
meaningful  noise  relief  and  fewer 
disruptions  of  the  air  transport  service. 
At  its  heart  is  a  flexible  and  variable 
allocation  of  slots  that,  while 
maintaining  the  total  of  60  operations 
per  hour,  would  increase  air  carrier 
operations  from  the  present  40  to  44  per 
hour  during  the  day.  During  the  off-peak 
hours,  including  the  early  morning  and 
late  evening  hours,  air  carrier  slots 
would  be  reduced  below  the  present  40 
to  either  36  or  34  operations  per  hour. 
There  would  be  a  corresponding 
adjustment  in  either  commuter  or 
general  aviation  slots  to  maintain  the 
total  of  60  operations  per  hour.  In 
addition,  A’TA  urged  reduced  quotas  for 
Saturdays  and  for  Sunday  mornings.  Its 
proposal  would  also  permit  scheduling 
up  to  9:59,  with  no  more  than  36 
operations  between  9:00  and  9:59,  and  18 
operations  between  9:30  and  9:59, 

We  have  rejected  the  ATA  proposal. 
An  analysis  of  the  recommended 
variable  slot  proposal  indicates  that  it 
will  not  produce  a  significant 
environmental  benefit  compared  to 
present  day  operations.  The 
environmental  impact  statement 
indicates  that  in  1990  there  will  be 
82,000  persons  residing  in  the  NEF-30 
zone,  an  increase  over  existing 
conditions.  This  is  to  be  compared  to 
21,000  to  24,000  persons  under  the  policy 
adopted.  The  A'TA  has  offered  to  take 
slot  reductions  in  hours  where  the 
carriers  have  not  experienced  much 
demand.  With  the  exception  of  the  slots 
at  10  p.m.  the  carriers  would  be  giving 
up  slots  that  are  not  used.  The  following 
table  illustrates  the  situation  with 
respect  to  Sunday  slots: 
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Sunday  Air  Carrier  Slots 
[July  1980] 

760  10  11  12  1  2  3  4  S  6  7  8  9  10 

Currently  available..- _ _  40  40  40  40  40  40  40  40  40  40  40  40  40  40  40  40 

Currently  used  on  Sundays _  IS  21  31  36  30  30  33  38  38  39  38  35  37  39  40  20 

Proposed  by  ATA _  28  34  34  36  36  36  36  44  44  44  44  44  44  44  36  0 


In  contrast,  the  four  slots  per  hour 
added  during  the  peak  hoius  would  most 
certainly  be  used.  As  a  result,  FAA 
forecasts  that  under  the  ATA  proposal, 
which  does  not  include  a  cap  on  growth. 
National  Airport  would  by  1985  handle 
more  than  19  MAP  out  of  a  regional  total 
of  29  MAP.  With  this  unrestricted 
growth  approach.  National  Airport 
would  continue  to  serve  well  over  50% 
of  the  region’s  air  passengers  after  1990. 
This  is  inconsistent  with  the  basic 
objectives  of  our  policy.  In  sum,  the 
ATA’s  proposal  does  not  include  a 
nighttime  closing,  would  permit  aircraft 
operations  to  be  scheduled  up  to  10  p.m. 
and  to  be  completed  thereafter,  and 
would  not  impose  a  cap  on  total  annual 
passengers  at  National  Airport.  Viewed 
in  its  entirety,  this  alternative  does  not 
offer  environmental  improvement  when 
compared  to  the  adopted  policy. 

Hours  of  Operation 

Background 

Since  the  introduction  of  air  carrier 
turbojets  in  1966,  National  Airport  has 
been  operating  under  a  voluntary 
arrangement  with  the  air  carriers  and 
other  airport  users  to  ensure  that  late 
night  hours  remain  relatively  free  of  jet 
operations.  These  voluntary 
arrangements  include  an  agreement  by 
the  airlines  not  to  schedule  jet  aircraft 
operations  after  10:00  p.m.  and  before 
7:00  a.m.  General  aviation  operators  are 
asked  imt  to  operate  jet  aircraf^after 
11:00  p.m.  and  before  7:00  a.m.  As  a 
result  of  these  voluntary  restrictions, 
there  has  been  relatively  little  activity  at 
National  Airport  during  the  late  night 
hours.  Over  a  24-hour  day,  95  per  cent  of 
all  operations  occur  between  the  hours 
of  7:00  a.m.  and  10:30  p.m.  Late  night 
operations  consist  mainly  of  scheduled 
air  carrier  operations  that  are  late 
because  of  mechanical  or  weather 
delays,  and  general  aviation  propeller- 
driven  aircraft. 

Although  the  airlines  do  not  schedule 
operations  after  10:00  p.m.,  20  to  25 
flights  are  normally  scheduled  right  at 
10:00  p.m.,  which  technically  counts  as  a 
full  hour,  since  scheduling  hours  for  the 
rest  of  the  day  run  for  60  minutes,  from 
:00  to  :59.  On  many  nights  it  takes  until 
10:30  p.m.,  and  often  later,  to  complete 
scheduled  turbojet  operations  at 


National.  Thus,  while  in  a  statistical 
sense  the  late  night  hours  are  relatively 
free  of  intrusive  aircraft  operations, 
operations  after  10:00  p.m.  and  those 
during  the  very  early  morning  hours  are 
highly  intrusive  upon  the  community. 

The  voluntary  nature  of  the  10:00  p.m. 
scheduling  cutoff  has  bred  inconsistent 
adherence  by  the  carriers  and  confusion 
and  misunderstanding  within  the 
commimity.  Many  airport  neighbors 
think  the  10:00  p.m.  voluntary  scheduling 
limit  is  an  absolute  operating  curfew 
that  the  FAA  is  choosing  not  to  enforce. 
In  fact,  the  scheduling  restriction  is  not 
regulatory  and  FAA  cannot  enforce  it. 

Initial  Proposal 

'The  policy  proposal  in  January  was  to 
prohibit  the  scheduling  of  commercial 
flights  after  9:30  p.m.  and  before  7:00 
a.m.  Late  flights  would  have  been 
permitted  to  take  off  or  land  until  10:30 
p.m.,  after  which  the  Airport  would  have 
been  closed  to  all  traffic. 

The  environmental  impact  statement 
analyzed  alternative  policies  that 
included  the  current  situation,  the  9:30 
limit,  and  a  9:59  limit,  with  rights  to 
continue  all  scheduled  flights  until 
completed. 

Policy  Decision 

With  the  availability  of  the  other  two 
major  airports  in  the  region,  the 
community  surrounding  National  can  be 
spared  disruptive  aircraft  noise  during 
the  nighttime  hours  without  severely 
hampering  access  to  the  metropolitan 
area.  The  policy  therefore  prohibits  the 
air  carriers  and  commuter  airlines  from 
scheduling  activities  after  9:30  p.m. 
Further  nighttime  restrictions  will  apply 
to  all  flight  activity  at  National. 
Operations  may  not  commence  before 
7:00  a.m.  Initially,  all  aircraft  will  be 
required  to  depart  by  10:30  p.m.  and 
arrive  by  11:00  p.m. 

In  response  to  comments,  we  are 
prepared  to  consider,  in  a  separate 
supplemental  rulemaking,  whether 
relatively  quiet,  smaller  aircraft  should 
have  to  cease  operations  at  these  hours 
or  whether  there  is  a  noise  threshold 
below  which  they  could  operate  during 
the  nighttime  hours  without  an 
appreciable  problem  to  the  community, 
particularly  in  light  of  the  relatively 
infrequent  nature  of  this  type  of  activity. 


Many  commenters  on  the  proposal  have 
urged  adoption  of  such  a  rule,  but  since 
it  was  not  part  of  our  January  policy 
proposal,  it  cannot  be  adopted  on  the 
basis  of  the  present  record.  Moreover, 
the  environmental  impact  statement 
prepared  with  respect  to  this  policy  does 
not  provide  sufficient  technical  data  to 
evaluate  such  a  rule. 

'  The  FAA  will  therefore  undertake 
additional  analysis  in  a  supplemental 
EIS  to  determine  if  a  noise  level  cutofr 
could  be  adopted  that  would  permit 
some  smaller  aircraft  to  operate  without 
imposing  a  significant  noise  burden 
upon  the  commimity.  That  analysis  will 
be  completed  and,  if  appropriate,  a 
rulemaking  will  be  undertaken.  Any 
final  rule  will  be  issued  to  be  effective 
on  January  1, 1981,  concurrent  with  the 
rest  of  the  policy. 

The  adoption  of  a  complete  curfew  on 
air  carrier  operations  will  eliminate 
much  of  the  confusion  and 
misunderstanding  about  the  scheduling 
and  operation  of  air  carrier  aircraft, 
particularly  when  coupled  with  the  9:30 
p.m.  scheduling  cutoff.  The  current 
practice  of  concentrating  flights  at  the 
end  of  the  day  by  scheduling  40  air 
carrier  flights  from  9  p.m.  to  9:59  p.m. 
and  20  flights  at  10  p.m.  produces 
approximately  60  flights  in  61  minutes. 
Under  the  policy  here  adopted,  the  air 
carriers  will  be  permitted  to  schedule  36 
flights  per  hom  until  8:59  p.m.  and  18 
flights  from  9  p.m.  to  9:30  p.m.  This  will 
permit  54  flights  over  a  91-minute  period. 
This  eliminates  the  concentration  of 
scheduled  flights  at  the  end  of  the  day 
and  consequent  spillover. 

The  curfew  on  departing  aircraft  will 
take  effect  at  10:30  p.m.  Arrivals  will  be 
permitted  to  occurs  until  11:00  p.m.  On 
the  basis  of  public  comments  and 
experience,  the  FAA  has  concluded  that 
flights  scheduled  to  arrive  by  9:30  will 
on  occasion  reach  Washington  as  late 
as  11:00  as  a  result  of  mechanical  or 
weather  delays.  With  only  18 
certificated  carrier  arrivals  or 
departures  scheduled  to  occur  between 
9:00  p.m.  and  9:30  p.m.,  in  all  but  the 
most  unusual  circumstances,  these 
operations  will  be  completed  before 
10:00  p.m. 
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Widebody  Aircraft 

Background 

Under  the  informal  arrangements 
reached  in  the  sixties,  four-engine  jet 
aircraft,  then  and  now  the  noisiest 
available,  were  not  to  be  used  at 
National.  As  widebody  aircraft  were 
introduced  into  service,  they  were  not 
scheduled  at  National,  principally 
because  of  their  capacity.  Such  aircraft 
are  in  fact  quieter  than  the  jets  now 
serving  National.  Many  of  the  gates  at 
the  Airport  could  not  handle  them,  and 
other  facilities  are  not  adequate  to  deal 
with  the  substantial  number  of 
passengers  they  carry.  When  the 
widebodies  were  new,  there  were  also 
unanswered  quesions  about  how  they 
would  mix  with  other  traffic  at  an 
airport  as  busy  as  National.  These 
questions  have  since  been  resolved. 

Initial  Proposal 

The  policy  proposal  was  to  admit  two 
and  three  engine  widebodies  at  National 
when  the  FAA  was  satisfied  that  they 
could  operate  safely  at  the  airport  and 
that  they  would  not  imduly  interfere 
with  ground  traffic.  The  final 
environmental  impact  statement 
analyzed  alternatives  both  with  and 
without  widebodies. 

Policy  Decision 

Air  carriers  will  be  permitted  to 
operate  both  two-  and  three-engine 
widebody  aircraft  at  National  Airport. 
The  FAA  Office  of  Aviation  Standards 
has  considered  all  safety  questions 
raised  by  widebody  operations  at 
National,  including  operation  of  this 
type  aircraft  with  the  Airport’s  existing 
traffic  mix.  It  has  concluded  that  the 
operation  of  these  aircraft  types  can  be 
accomplished  safely  at  National.  Before 
an  individual  air  carrier  is  permitted  to 
operate  a  widebody  aircraft  there, 
however,  the  carrier  must  meet  two 
tests.  First,  it  must  satisfy  the  Office  of 
Aviation  Standards  that  the  manner  in 
which  the  carrier  proposes  to  operate 
each  type  of  widebody  aircraft  is  safe. 

Second,  the  Director  of  the 
Metropolitan  Washington  Airports  must 
grant  access.  This  decision  on  individual 
carrier’s  applications  will  be  made  after 
an  evaluation  of  the  carrier’s  proposed 
operating  plan  and  will  be  based  on  the 
proposed  operation’s  compatibility  with 
the  airport  facility.  This  condition  is 
necessary  because  high  capacity 
widebody  aircraft  can  strain  the  ground- 
side  capabilities  of  the  Airport.  It  would 
not  be  in  the  best  interests  of  air 
travellers  to  permit  widebody  aircraft  to 
operate  where  the  result  would  be 
further  overcrowding  of  the  terminal, 
roadways,  and  parking  areas. 


Aside  from  safety  and  compatibility 
with  the  facility,  the  principal  concern 
expressed  by  commenters  has  been  the 
effect  on  passenger  activity  at  National. 
With  few  exceptions,  the  existing 
narrow-body  aircraft  carry  no  more  than 
125  passengers  per  operation.  Widebody 
aircraft  carry  between  200  and  275 
persons  per  operation,  and  are  expected 
by  many  to  fuel  the  excessive  use  and 
growth  of  National.  Many  commenters 
while  recognizing  the  efficiency  and 
environmental  benefits,  have  advocated 
that  each  widebody  operation  be 
permitted  only  in  exchange  for 
cancellation  of  two  or  more  narrow- 
body  operations.  Such  a  requirement 
would  be  a  strong,  perhaps  complete 
disincentive  to  their  use  and  to  the  noise 
benefits  they  will  provide.  In  many 
cases,  a  carrier  would  prefer  to  provide 
a  greater  frequency  of  service  than  more 
seats.  Some  widebodies,  particularly  the 
smaller  ones  that  would  fit  more  easily 
at  National,  would  provide  fewer  than 
twice  the  seats  of  the  aircraft  they 
would  replace. 

The  answer  to  these  concerns  is  the  17 
million  annual  passenger  cap.  As 
widebodies  are  introduced  and 
passenger  demand  grows,  the  numbers 
of  slots  available  to  the  carriers  will  be 
reduced.  Widebodies  will  also  permit 
the  larger  markets  to  be  served  more 
efficiently,  leaving  slots  available  for 
service  to  smaller  communities. 

Nonstop  Perimeter 

Background 

At  the  time  restrictions  were  first 
placed  on  National,  basic  service 
patterns  were  essentially  frozen  by  the 
informal  adoption  of  a  perimeter  for  the 
scheduling  of  nonstop  service.  The  basic 
agreement,  between  the  ten  scheduled 
airlines  serving  National  at  the  time  and 
filed  with  the  Civil  Aeronautics  Board, 
expired  in  1967,  but  has  been  observed 
by  the  carriers  ever  since.  Nonstop 
flights  may  serve  any  point  within  650 
miles  of  National,  plus  seven 
“grandfather”  cities:  Minneapolis,  St. 
Louis,  Memphis,  Orlando,  Miami, 
Tampa,  and  West  Palm  Beach.  While 
this  arrangement  has  preserved  the 
short-  and  medium-h^ul  nature  of 
service  at  National,  it  has  engendered 
continuing  complaints  from  cities  not 
receiving  nonstop  service. 

Initial  Proposal 

The  policy  proposal  was  either  to 
codify  the  present  arrangement  in  a 
regulation,  or  establish  a  perimeter,  rule 
of  1000  miles,  a  distance  Aat  would 
retain  service  to  all  cities  presently 
served  and  provide  all  cities  equally 


distant  from  National  with  nonstop 
access. 

The  final  environmental  impact 
statement  analyzed  the  impact  of  the 
1000-mile  perimeter,  the  existing 
practice,  and  a  650-mile  perimeter 
without  grandfather  cities. 

Policy  Decision 

The  new  perimeter  rule  will  provide 
for  equal  access  to  all  cities  within  1000 
miles.  We  anticipate  that  the  carriers 
will  provide  nonstop  service  to  four  new 
cities  in  addition  to  the  approximately 
55  presently  so  served:  Birmingham,  Fort ' 
Lauderdale,  Kansas  City,  and  New 
Orleans. 

After  14  years,  the  existing  perimeter 
agreement,  by  freezing  the  status  quo, 
has  created  the  perception  of  inequity 
for  cities  outside  the  perimeter  but 
closer  than  the  grandfather  cities.  It  is  a 
matter  of  fairness  that  they  be  given  a 
chance  to  have  service  similar  to 
similarly  situated  communities. 
Conversely,  there  is  no  rational  basis  on 
which  the  current  rule  with  its 
exceptions  can  be  defended. 

Commenters  had  two  principal 
reactions  to  the  perimeter  proposal. 

Some  feared  that  the  introduction  of 
new  cities  with  nonstop  service  would 
cause  further  growth  at  National.  The 
reduction  in  air  carrier  slots  per  hour, 
the  scheduling  limitations,  and  the  17 
million  passenger  cap  will  all  prevent 
such  a  development.  Moreover,  many 
passengers  to  the  new  cities  served  are 
already  using  one-stop  flights  out  of 
National. 

Several  cities  in  the  western  states 
urged  that  the  perimeter  be  eliminated 
and  that  market  forces  be  permitted  to 
determine  what  cities  receive  nonstop 
service.  They  argued  that  such  an 
approach  would  be  more  consistent  with 
the  principles  of  deregulation  of  the 
airlines.  These  arguments  have  been 
rejected. 

First,  deregulation  principles  do  not 
apply  here,  where  a  single  airport 
proprietor  provides  unlimited  access  to 
a  city  through  two  airports,  and  a  third 
unlimited  access  airport  is  available  as 
well.  It  would  make  as  much  sense  to 
insist  that  all  three  New  York  airports 
handle  international  flights.  But  more 
importantly,  the  elimination  of  a 
perimeter  would  have  a  crippling  impact 
on  Dulles  Airport  in  the  short  term.  'To 
the  extent  they  could,  carriers  would 
schedule  long-haul  trips  out  of  National, 
since  those  are  geneally  more  profitable. 
National  would  then  serve  a  larger 
proportion  of  high-density  markets,  and 
the  reduction  in  service  to  many  of  the 
cities  it  presently  serves  could  be 
especially  severe. 
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The  Metropolitan  Washington  Council 
of  Governments  and  some  local  citizens 
groups  urged  a  650-mile  perimeter  with 
no  grandfather  cities.  This  alternative  is 
neither  necessary  nor  prudent.  It  would 
do  nothing  to  improve  the  environmental 
impacts  of  service  at  national;  cities 
within  that  perimeter  could  readily  use 
all  slots  available  to  them.  Except  for 
long-haul  routes,  which  in  taking  off 
with  full  loads  of  fuel  climb  more  slowly 
and  therefore  cause  more  noise  impact 
on  the  ground,  there  are  virtually  no 
environmental  differences  between 
flights  to  different  destinations.  More 
over,  elimination  of  the  grandfather 
cities  would  cause  substantial 
disruption  to  long-established  travel 
patterns.  Several  of  the  grandfather 
cities  are  important  hubs  for 
connections  to  points  further  west.  If 
they  were  to  lose  service,  passengers 
would  be  forced  to  connect  at  the 
already  overcrowded  Chicago  and 
Atlanta  airports. 

Another  set  of  commenters,  chiefly 
the  airlines  serving  smaller 
communities,  alleged  that  extension  of 
the  perimeter  might  force  them  to  give 
up  that  service  in  favor  of  more 
profitable  markets.  The  point  at  which 
economic  pressures  lead  them  to  take 
such  action  will  not  depend  on  the 
perimeter  rule  alone.  Whatever  policy 
were  adopted  for  National,  even  no 
policy  at  all,  would  in  time  prevent 
carriers  from  scheduling  all  the  flights 
they  might  desire  there.  The  critical 
element  in  determining  what  cities  may 
receive  service  will  continue  to  be  the 
slot  allocation  method  employed  to 
distribute  the  limited  number  of 
operating  rights  available  at  National. 
Alternative  slot  allocation  methods  will 
be  addressed  in  a  separate  rulemaking 
to  be  published  within  the  next  month.  It 
will  include  one  or  more  possible 
alternative  devices  to  assure  that 
nonstop  service  to  National  is  equitably 
distributed. 

Dulles  International  Airport 

Dulles  International  Airport  has  the 
capacity  to  service  all  types  of  aviation: 
certificated  air  carriers,  commuter  air 
carriers,  corporate  and  pleasure  aircraft 
operators.  Its  runways  are  adequate  for 
all  types  of  aircraft,  from  single-engine 
piston  to  supersonic  transports.  The 
FAA  will  ensure  that  Dulles  will  remain 
open  to  all  users  so  that  the 
Metropolitan  Washington  area  will  have 
complete  access  to  the  air  transportation 
system  at  all  times. 

Airfield  capacity  is  not  now  and  will 
not  for  many  years  be  a  problem  at 
Dulles.  Its  problems  are  related  to 
terminal  capacity  and  surface 
transportation  access.  Dulles,  though 


lightly  used  most  of  the  day,  endures  a 
pronounced  peak  in  activity  between 
4:00  and  8:00  p.m.  During  this  time 
almost  half  of  all  Dulles’s  air  carrier 
flights  are  scheduled,  producing 
overcrowding  in  the  terminal  and 
parking  lot,  and  a  reduction  in  the  level 
of  service  to  airport  patrons.  A 
substantial  increase  in  the  activity  at 
Dulles  will  require  terminal 
improvements  in  passenger  holding 
areas,  baggage  handling  systems  and  the 
parking  lot.  The  FAA  has  already  startig 
on  the  terminal  improvements:  the 
domestic  passenger  hold  room  and 
baggage  handling  areas  are  being 
expended.  The  flight  inspection  and 
baggage  claim  area  for  international 
arrivals  has  already  been  modernized 
and  expanded.  FAA  plans  a  total 
expenditure  of  $10.7  million  in  capacity- 
related  improvements  at  Dulles  in  the 
near  future. 

Surface  transportation  issues  are  not 
as  near  a  resolution.  As  a  number  of 
commenters  have  pointed  out,  it  takes 
approximately  40  minutes  longer  to 
travel  the  26  miles  from  downtown 
Washington  to  Dulles  than  the  five  miles 
to  National.  Many  believe  that  the  total 
trip  time  precludes  all  but  the  travelers 
from  nearby  suburbs  from  commuting 
from  Washington  and  back  in  a  single ' 
day.  Many  commenters  on  both  sides  of 
the  National  Airport  restrictions  isues 
believe  that  high-speed  ground 
transportation  between  Dulles  and 
downtown  is  necessary  in  order  to  make 
Dulles  more  attractive  and  competitive 
with  National. 

The  median  of  the  Dulles  Airport 
Access  Road  was  designed  for  the  future 
construction  of  rapid  rail  transit.  It  will 
be  made  available  to  the  Washington 
Metropolitan  Transit  Authority  (Metro) 
without  cost  if  a  decision  to  build  rail 
rapid  transit  is  reached.  Because  of 
construction  costs  and  potentially  high 
operating  costs,  such  a  project  needs 
further  study.  The  Urban  Mass 
Transportation  Administration,  the  FAA 
and  local  governments  will  study  these 
issues.  In  the  meantime,  the  FAA  will 
work  to  improve  existing  bus  service  to 
and  from  downtown.  There  is  also 
existing  van  service  between  the  Airport 
and  many  points  in  suburban  Virginia 
and  Maryland.  At  present  the  travel 
time  to  a  midtown  hotel  via  an  airport 
bus  is  about  50-60  njinutes.  Service  is 
provided  by  a  private  company  under  a 
concession  contract  with  airport 
management.  FAA  is  now  considering 
ways  to  improve  that  service. 

We  need  not  delay  stressing  greater 
use  of  Dulles  before  rapid  rail  transit  is 
available.  Even  with  rapid  mass  transit 
to  Dulles,  National  Airport  will  always 


be  more  convenient  to  downtown 
Washington.  If  access  time  alone  were 
to  dictate  this  policy,  the  emphasis  on 
increased  use  of  Dulles  Airport  would 
not,  indeed,  could  not,  be  nearly  as 
great. 

However,  convenience  of  access  is 
but  one  of  the  competing  factors  to  be 
reconciled  by  this  decision.  The  policy  is 
intended  to  direct  the  forecast  growth 
away  from  National  Airport.  National’s 
neighbors  will  pay  a  significant  price  in 
terms  of  environmental  impact  if  future 
activity  is  not  redirected,  and  airport 
congestion  and  service  deterioration 
will  continue.  In  view  of  this  alternative 
the  travel  time  to  Dulles  from  downtown 
Washington  is  reasonable,  particularly 
if  improved  in  the  future. 

A  further  improvement  in  ground 
transportation  travel  time  will  result 
from  the  completion  of  the  final  section 
of  the  Dulles  Access  Highway  to 
connect  up  with  Interstate  66.  This  road 
will  eliminate  the  need  for  much  of  the 
airport  traffic  to  take  the  heavily 
traveled  routes  used  today.  Savings 
from  10  to  15  minutes  in  peak  hours  can 
be  achieved  by  using  this  road.  I  am 
requesting  FAA  to  place  the  completion 
of  the  final  section  of  the  Access 
Highway  among  its  highest  priorities. 

Furthermore,  population  data  shows 
that  there  are  many  persons  who  find 
Dulles  as  convenient  or  more  convenient 
than  National.  Fairfax  County,  Virginia, 
had  the  fastest  population  growth  rate  of 
any  jurisdiction  in  Metropolitan 
Washington  in  the  past  decade.  The 
population  forecasts  released  by  the 
Metropolitan  Washington  Council  of 
Governments  (COG)  show  that  Fairfax 
will  have  grown  from  approximately 
250,000  persons  in  1960  to  more  than 
700,000  in  1985.  By  mid-decade,  Fairfax 
County  will  be  the  most  populous 
jurisdiction  in  the  area,  exceeding  even 
the  population  of  the  District  of 
Columbia.  If  the  population  trend 
continues,  Fairfax  will  have  a 
population  of  over  1,000,000  in  20  years. 
The  neighboring  jurisdictions  of 
Montgomery  County,  Maryland  and 
Loudoun  and  Prince  William  Counties, 
Virginia,  are  also  experiencing  rapid 
growth,  whereas  the  District  of 
Columbia,  Arlington  and  Alexandria, 
Virginia,  are  not  forecast  to  experience 
significant  new  growth.  With  regard  to 
employment,  COG  forecasts  that,  while 
the  District  of  Columbia  will  remain  the 
employment  center  of  the  region,  Fairfax 
County  will  add  nearly  100,000  jobs  by 
1990  for  a  total  of  300,000  jobs  in  the 
county.  These  population  data  and 
trends  indicate  that  Dulles  Airport  could 
be  the  preference  of  more  and  more 
potential  air  travelers  including  business 
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travelers.  A  markedly  different  air 
service  pattern  at  Dulles  will  emerge  as 
that  market  is  developed. 

For  the  reasons  expressed  above,  the 
Department  stands  fully  committed  to 
improving  and  promoting  the  use  of 
Dulles  Airport. 

Status  of  the  Policy 

This  Policy  Statement  also  constitutes 
a  proposed  record  of  decision  under  the 
Council  on  Environmental  Quality 
regulations  implementing  the  National 
Environmental  Policy  Act.  As  such,  it 
will  be  filed  with  the  Environmental 
Protection  Agency  today  as  part  of  the 
final  environmental  impact  statement 
(EIS).  The  decisions  set  forth  in  it  will  be 
embodied  in  final  rules  to  be  published 
in  the  Federal  Register  and  will  take 
effect  subsequent  to  a  30  day  review 
period  for  the  EIS.  Since  the  regulations 
will  not  become  effective  until  Janaury 
1, 1981,  no  final  action  will  be  taken 
during  the  regulatory  waiting  period. 
Any  environmental  objections  to  the 
proposed  action  should  be  addressed  to 
the  regulatory  docket,  which  will  be 
kept  open  for  that  purpose. 

The  address  is:  Docket  Clerk,  Office 
of  the  Chief  Counsel,  AGC-204,  Federal 
Aviation  Administration,  Washington. 
D.C.  20591. 

Neil  Goldschmidt, 

Secretary. 

August  15, 1980 

|FR  Doc.  80-28936  Filed  9-17-80;  8:45  ami 

BILLING  CODE  4910-62-M 


62406  Federal  Register  /  Vol.  45.  No.  183  /  Thursday.  September  18. 1980  /  Riiles  and  Regulations 


DEPARTMENT  OF  TRANSPORTATION 
Federal  Aviation  Administration 
14  CFR  Parts  93  and  159 

(Docket  No.  19948;  Arndt  Nos.  93-37  and 
159-20] 

Metropolitan  Washington  Airports 

agency:  Federal  Aviation 
Administration  (FAA),  Department  of 
Transportation. 
action:  Final  rule. 

summary:  The  FAA  is  adopting  rules  to 
implement  the  DOT/FAA  policy  to  guide 
the  future  operation  and  development  of 
Washington  National  Airport  and  Dulles 
International  Airport  and  to  improve  the 
quality  of  the  environment  in  the  area 
around  National.  The  policy  announced 
by  the  Secretary  of  Transportation  is 
published  elswhere  in  this  Federal 
Register.  The  FAA  is  changing  the 
hourly  allocation  of  operations  at 
National  from  the  present  40  per  hour 
for  air  carriers,  8  for  commuter  air 
carriers  and  12  for  general  aviation,  to 
36  scheduled  operations  per  hour  for  the 
certificated  air  carriers,  12  for  commuter 
air  carriers  and  12  for  general  aviation. 
Also,  the  users  of  the  two  air  carrier 
classes  will  be  defined  by  the  maximum 
certificated  passenger  capacity  of  the 
aircraft  used.  Aircraft  with  a  maximum 
certificated  passenger  capacity  of  less 
than  56  are  required  to  be  used  in 
commuter  air  carrier  slots.  Aircraft  with 
maximum  of  56  or  more  passengers  are 
required  to  use  certificated  air  carrier 
slots. 

At  National,  the  certificated  and 
commuter  air  carriers  are  permitted  to 
schedule  operations  between  7:00  a.m. 
and  9:30  p.m.  No  aircraft  can  takeoff 
after  10:30  p.m.  regardless  of  when  the 
operation  was  scheduled.  No  aircraft 
may  land  after  11:00  p.m.  regardless  of 
when  it  was  scheduled. 

Two-  and  three-engine  widebody 
aircraft  are  permitted  to  use  National 
Airport  subject  to  a  determination  by 
the  airport  management  that  their 
operation  is  compatible  with  airport 
facilities. 

Nonstop  service  is  to  be  permitted 
from  National  Airport  to  points  up  to 
1,000  statute  miles  without  exception. 
EFFECTIVE  DATE:  January  5, 1981. 

FOR  FURTHER  INFORMATION  CONTACT: 
Edward  Faggen,  Metropolitan 
Washington  Airports,  Washington 
National  Airport,  Hangar  9, 
Washington,  D.C.  20001.  Telephone 
No.  (703)  557-8123. 

Charles  C.  Erhard,  Metropolitan 
Washington  Airports,  Washington 
National  Airport,  Hangar  9, 


Washington,  D.C.  20001.  Telephone 

No.  (703)  557-0972. 

SUPPLEMENTARY  INFORMATION:  The 
Metropolitan  Washington  Airports 
Policy  has  been  set  forth  in  a  decision 
by  the  Secretary  of  Transportation, 
August  15, 1980.  The  decision  is 
intended  to  control  the  growth  of 
National  Airport  to  reduce  both 
detrimental  environmental  impacts  on 
the  neighboring  community  and 
congestion  in  the  terminals.  The  policy 
is  also  intended  to  permit  the  needed 
improvement  of  National  Airport. 

The  policy  announced  by  the 
Secretary  necessitates  amendments  to 
existing  Federal  Aviation  Regulations 
that  assign  operations  to  the  different 
classes  of  aircraft  operators  using 
Washington  National.  These  are  the 
certificated  air  carriers,  the  commuter 
air  carriers  and  “others,”  primarily 
corporate  and  individually  owned 
general  aviation  aircraft.  In  addition, 
rulemaking  is  needed  to  modify  the 
existing  practices  relating  to  the  hours  of 
operation,  scheduling  hours,  nonstop 
service  and  aircraft  type  restrictions  at 
National  Airport. 

Interested  persons  were  invited  to 
participate  in  the  making  of  the  policy 
and  these  rules  by  Notices  published 
January  21, 1980  (Notice  80-2,  45  FR 
4314;  Notice  of  Proposed  Policy,  45  FR 
4320).  Written  comments  were  received 
from  citizens  residing  near  the  airport, 
local  municipal  and  county 
governments,  cities  served  or  desiring 
service  into  National,  and  the  air  carrier 
and  general  aviation  industries.  In 
addition,  FAA  heard  the  views  of  more 
than  100  citizens  at  three  public 
hearings.  Many  of  the  speakers 
represented  large  organizations  of 
citizens  or  airport  users. 

In  January  FAA  also  issued  a 
supplement  to  the  Draft  Environmental 
Impact  Statement  (DEIS)  which  had 
been  issued  in  March  1978.  Comments 
were  requested  on  the  Supplemental 
EIS. 

The  comments  received  on  the  policy, 
the  proposed  regulations  and  the  EIS 
were  placed  in  the  same  public  rules 
docket.  Comments  relating  to  the  rules 
and  the  EIS  were  largely  subsumed  by 
the  comments  on  the  policy.  The  issues 
raised  by  the  comments  were  therefore 
addressed  in  the  Secretary’s  policy 
decision,  which  appears  elsewhere  in 
this  Federal  Register.  In  addition,  the 
comments  on  the  EIS  were  addressed  in 
the  Final  Impact  Statement  issued  and 
filed  with  the  Environmental  Protection 
Agency  on  August  15.  That  EIS  assessed 
five  policy  options  ranging  from  a 
significant  reduction  in  activity  at 
National  Airport  to  an  expanded  role  for 


the  airport.  The  impacts  of  the  policy 
adopted  by  the  Department  and 
implemented  by  these  rules  are  in  the 
mid-range  of  impacts  described  for 
limiting  the  passenger  activity  at 
National  to  16  and  18  million  passengers 
per  year.  The  Final  EIS  may  be  obtained 
from  Mr.  Charles  C.  Erhard  at  the 
address  listed  under  “For  Further 
Information  Contact.”  Reference  should 
be  made  to  those  documents  for  the 
disposition  of  comments. 

The  policy  adopted  by  the  Department 
of  Transportation  for  the  Metropolitan 
Washington  Airports  is  as  follows: 

1.  Growth  Limitation  at  National 

Washington  National  Airport  will  not 
be  permitted  to  accommodate  more  than 
17,000,000  total  passengers  per  year. 

That  level  will  be  maintained  by 
periodically  adjusting  the  numbers  of 
slots  available  to  scheduled  certificated 
air  carriers. 

2.  Operating  Hours 

The  hours  of  operation  at  Washington 
National  Airport  will  be  modified  to 
provide  that  no  airline  or  commuter 
activity  may  be  scheduled  between  the 
hours  of  9:30  p.m.  and  7:00  a.m. 
Additionally,  a  curfew  will  be  in  force 
on  aircraft  departures  between  the 
hours  of  10:30  p.m.  and  7  a.m.  Similarly, 
there  will  be  a  curfew  on  aircraft 
arrivals  between  the  hours  of  11  p.m. 
and  7:00  a.m.  FAA  will  determine  if  a 
noise  level  limitation  in  lieu  of  an 
absolute  curfew  can  be  adopted 
consistent  with  the  objective  of 
maintaining  a  quiet  nighttime 
environment.  If  the  FAA  determines  that 
a  noise  level  limitation  is  appropriate  a 
separate  rulemaking  action  will  be 
initiated. 

3.  Slot  Availability  to  Various  User 
Classes 

The  total  number  of  operating  slots  at 
Washington  National  will  remain  at  60 
per  hour,  as  provided  in  the  current  High 
Density  Rule.  The  portion  of  that  total 
which  is  available  to  scheduled, 
certificated  air  carriers  will  be  reduced 
to  36  per  hour,  a  reduction  of  four  per 
hour  from  the  current  allowance  of  40 
per  hour.  The  commuter  allowance  will 
be  increased  from  the  current  eight  per 
hour  to  a  new  level  of  12  per  hour  with 
additional  slots  contemplated  as  the  air 
carrier  slots  are  further  reduced  over 
time.  The  current  allowance  of  12  per 
hour  for  general  aviation  activity  will 
remain  unchanged.  The  above 
limitations  will  be  in  force  each  day 
between  the  hours  of  7  a.m.  and  8:59 
p.m.  Between  9  p.m.  and  9:30  p.m.,  each 
of  the  three  categories  will  be  permitted 
one-half  of  the  above  allowances,  i.e.,  18 


Federal  Register  /  Vol.  45,  No.  183  /  Thursday,  September  18,  1980  /  Rules  and  Regulations  62407 


slots  for  scheduled  air  carriers,  6  for 
commuter  carriers,  and  6  for  general 
aviation. 

“Air  carrier”  slots  will  have  to  be 
used  by  all  carriers  (both  airlines  and 
commuters)  utilizing  aircraft  of  56  or 
more  passengers  seats,  while 
“commuter”  slots  will  have  to  be  used 
by  all  carriers  utilizing  aircraft  with  less 
than  56  seats. 

4.  Use  of  Widebody  Aircraft  at  National 

The  policy  constraints  on  the  use  of  2- 
and  3-engine  widebody  aircraft  at 
Washington  National  will  be  removed. 
Prior  to  the  use  of  any  such  aircraft  at 
National,  the  operators  of  such  aircraft 
must: 

•  Satisfy  whatever  remaining 
requirements  the  FAA  decides  are 
appropriate  to  establish  that  the  use  of 
such  aircraft  are  operationally  feasible. 

•  Secure  the  concurrence  of  the 
Director  of  FAA’s  Metropolitan 
Washington  Airports  that  the  use  of 
such  aircraft  are  compatible  with  that 
operator’s  apron  and  terminal  facilities 
and  with  the  airport’s  other  terminal  and 
roadway  capabilities. 

5.  Nonstop  Perimeter  at  National 

The  nonstop  service  perimeter  for 
Washington  National  is  established  at 
1,000  statute  miles,  with  no  exceptions. 

6.  Improvement  of  Washington  National 

The  Federal  Aviation  Administration 
will  immediately  undertake  a  program  to 
Master  Plan  a  physical  redevelopment 
of  Washington  National  Airport  and  will 
then  proceed  with  such  a  redevelopment 
program.  This  program  will  emphasize 
public  transit  to  and  from  the  airport, 
including  a  suitable  relationship 
between  the  airline  terminals  and  the 
Metrorail  system, 

7.  The  Role  of  Dulles 

Dulles  International  Airport  will 
continue  to  provide  all  types  of  aviation 
services  to  the  Washington  area,  with  a 
priority  given  to  commercial  air 
transportation  service.  Capacity  at 
Dulles  will  continue  to  be  added  as 
necessary.  The  Dulles  Airport  Access 
Highway  will  continue  as  an  “Airport 
traffic  only”  facility,  with  the  several 
exceptions  currently  in  force.  Additional 
access  improvements  to  Dulles, 
particularly  those  oriented  to  public 
transit  modes,  will  be  pursued. 

As  a  result  of  the  comments  received, 
two  principal  modifications  to  the  policy 
as  proposed  last  January  have  been 
made.  First,  the  passenger  ceiling  has 
been  reduced.from  18  million  to  17 
million  annual  passengers.  This  ceiling 
will  permit  sufficient  time  for  a  slowing 
.  down  and  an  eventual  halt  in  the  growth 


of  National  Airport’s  passenger  activity. 
The  cap  will  be  reached,  it  is  estimated, 
in  1983  instead  of  1985.  Additional 
rulemaking  will  be  necessary  to 
establish  a  mechanism  for  adjusting  the 
number  of  slots  to  assure  that  the 
number  of  passengers  served  at 
National  does  not  exceed  17  million.  For 
the  purposes  of  this  rule,  total 
passengers,  enplaned  and  deplaned,  by 
commuter  and  certificated  air  carriers  as 
well  as  general  aviation  will  be  subject 
to  the  ceiling. 

The  other  principal  change  from  the 
policy  as  proposed  relates  to  the  curfew. 
In  order  the  minimize  the  number  of 
diversions  of  aircraft  from  National,  the 
curfew  on  arrivals  will  be  11:00  p.m.  for 
all  aircraft.  Air  carrier  aircraft  must  be 
scheduled  to  arrive  by  9:30  p.m.  Since 
the  rules  adopted  eliminate  bunching  of 
scheduled  operations,  it  is  believed  that 
aircraft  arriving  as  late  as  11:00  pjn.  will 
be  an  infrequent  occurrence  occasioned 
by  weather  or  mechanical  delays 
encountered  en  route.  These  operations 
will  be  allowed  up  to  11:00  p.m. 

A  final  rule  to  implement  the  curfew  is 
adopted  in  new  Section  159.40(a),  except 
for  emergency  operations,  aircraft  may 
not  depart  after  10:30  p.m.  and  before 
7:00  a.m.,  or  arrived  after  11:00  p.m.  and 
before  7:00  a.m.  Air  traffic  control 
records  departures  at  the  time  of  liftoff 
and  arrivals  at  the  time  of  touchdowm  on 
the  runway.  Air  Traffic  recorded 
departure  and  arrival  data  will  be  used 
by  airport  operations  personnel  who 
will  be  responsible  for  enforcement  of 
the  curfew.  Persons  found  to  be  in 
violation  of  the  curfew  will  be  subject  to 
sanctions,  including  civil  penalties 
under  the  Federal  Aviation  Act  (49 
U.S.C.  §  1471)  and  criminal  penalties 
under  Section  5  of  the  Act  for  the 
Administration  of  Washington  National 
Airport  (54  Stat.  686,  as  amended  by  61 
Stat.  94). 

In  accordance  with  the  Secretary’s 
decision,  FAA  is  analyzing  whether  a 
noise  level  limitation  can  be  adopted  in 
lieu  of  an  absolute  curfew.  The  FAA 
recognizes  that  new  technology  aircraft 
are  significantly  quieter  than  their 
predecessors.  If  such  aircraft  can 
operate  so  as  not  to  markedly  increase 
the  noise  exposure  as  described  in  the 
EIS  for  the  16  to  18  million  annual 
passengers  alternatives  these  nighttime 
operations  may  be  permitted.  If  it  is 
determined  that  a  noise  level  limitation 
is  appropriate,  FAA  will  propose 
amendments  to  this  rule.  It  is  FAA’s 
intention  to  make  a  decision  by  January 
5, 1981,  when  the  absolute  curfew  will 
otherwise  become  effective. 

The  Secretary’s  decision  removes  the 
policy  constraint  against  the  operation 
of  2-  and  3-engine  widebody  aircraft  at 


National  Airport.  The  FAA  Office  of 
Aviation  Standards  has  carefully 
considered  the  safety  questions  raised 
by  widebody  operations  at  National 
including  operation  of  this  type  of 
aircraft  with  National’s  existing  traffic 
mix.  FAA  has  concluded  that  the 
operation  of  these  aircraft  types  at  the 
airport,  and  in  that  environment,  can  be 
accomplished  safely.  However,  before 
an  individual  air  carrier  is  permitted  to 
operate  a  widebody  aircraft  at  National 
Airport,  the  carrier  must  meet  two  tests. 
First,  the  carrier  must  satisfy  the  FAA’s 
Office  of  Aviation  Standards  that  the 
marmer  in  which  the  carrier  proposes  to 
operate  each  type  of  widebody  aircraft 
meets  the  safety  standards  that  the  FAA 
has  established.  Second,  the  Director  of 
the  Metropolitan  Washington  Airports 
must  be  satisfied  that  each  carrier’s 
proposal  to  use  widebody  aircraft  is 
compatible  with  the  Airport’s  airside 
and  terminal  facilities  and  its  roadway 
system. 

Additional  Information 

The  Secretary’s  decision  constitutes  a 
memorandum  of  decision  under  the 
Council  on  Environmental  Quality 
regulations  implementing  the  National 
Environmental  Policy  Act.  It  was  filed 
with  the  Environmental  Protection 
Agency  as  part  of  the  Final 
Environmental  Impact  Statement.  Since 
the  regulations  will  not  become  effective 
until  January  5, 1981,  no  final  action  will 
be  made  during  the  regulatory  waiting 
period.  The  FAA  docket  No.  19948  will 
remain  open  until  October  20, 1980,  so 
that  any  environmental  objections  to  the 
action  may  be  lodged.  Environmental 
comments  should  be  submitted  in 
duplicate  to:  Federal  Aviation 
Administration,  Office  of  the  Chief 
Counsel,  Attention  Rules  Docket,  AGC- 
204,  800  Independence  Avenue,  SW., 
Washington,  D.C.  20591. 

Effective  Date 

The  final  rule  will  become  effective  on 
January  5, 1981.  The  lead  time  is 
necessary  in  order  to  permit  the  air 
carriers  to  make  the  schedule 
modifications  necessitated  by  these 
rules.  The  original  proposal  to  make 
them  effective  January  1  has  been 
modified  slightly  to  permit  carriers  to 
serve  the  holiday  weekend  traffic 
without  a  sudden  reduction  in  flights. 

Final  Rules 

Accordingly,  Subpart  K  of  Part  93  of 
the  Federal  Aviation  Regulations  (14 
CFR  Part  93)  and  Subpart  C  of  Part  159 
of  the  Federal  Aviation  Regulations  (14 
CFR  159)  are  amended,  effective  January 
5, 1981,  as  follows: 
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PART  93— SPECIAL  AIR  TRAFFIC 
RULES  AND  AIRPORT  TRAFFIC 
PATTERNS 

1.  By  amending  paragraph  (a)  of 
§  93.123  in  the  chart  entitled  “IFR 
OPERATIONS  PER  HOUR"  by  deleting 
the  numbers  “40”  “8”  “12”  in  the  vertical 
column  beneath  the  words  “Washington 
National  Airport”  and  by  substituting 
for  them  the  following  numbers:  “36” 

“12”  and  “12”. 

2.  By  amending  paragraph  (b)(3]  of 
§  93.123  by  deleting  the  number  “40” 
wherever  it  appears  and  by  substituting 
for  it  the  number  “36”. 

3.  By  adding  new  paragraph  (c)  to 
§  93.123  to  read  as  follows: 

§  93. 123  High  density  traffic  airports. 
***** 

(c)  For  operations  at  Washington 
National  Airport,  after  January  4, 1981 — 

(1)  “Air  carrier  except  air  taxis,”  as 
used  in  this  section,  is  defined  as 
operations  conducted  by  air  carriers 
with  aircraft  having  a  certiRcated 
maximum  passenger  seating  capacity  of 
56  or  more. 

(2)  “Scheduled  air  taxis,”  as  used  in 
this  section,  is  defined  as  operations 
conducted  by  air  taxis,  or  air  carriers, 
with  aircraft  having  a  certificated 
maximum  passenger  capacity  of  less 
than  56. 

PART  159— NATIONAL  CAPITAL 
AIRPORTS 

4.  By  adding  to  Part  159  new  §  159.40 
to  read  as  follows: 

§  159.40  Hours  of  operation. 

(a)  After  January  4, 1981,  except  in  an 
emergency,  no  person  may  operate  an 
aircraft. 

(1)  So  as  to  depart  from  Washington 
National  Airport  after  10:30  p.m.  and 
before  7:00  a.m.  as  recorded  by  Air 
Traffic  Control. 

(2)  So  as  to  arrive  at  Washington 
National  Airport  after  11:00  p.m.  and 
before  7:00  a.m.  as  recorded  by  Air 
Traffic  Control. 

(b)  After  January  4, 1981,  no 
certificated  air  carrier  or  scheduled  air 
taxi  may  schedule  an  aircraft  operation 
to  occur  at  Washington  National  Airport 
after  9:30  p.m.  and  before  7:00  a.m. 

(c)  After  January  4, 1981,  from  9:00  to 
9:30  p.m.  at  Washington  National 
Airport,  the  total  number  of  scheduled 
operations  for  certificated  air  carriers 
and  scheduled  air  taxis  may  not  exceed 
one  half  the  IFR  operations  per  hour 
allocated  to  each  of  those  classes  of 
user  under  §  93.123  for  Washington 
National  Airport.  If  one  half  the 
allocated  operations  is  a  fraction,  the 


next  higher  whole  number  may  be 
scheduled. 

5.  By  amending  §  159.59  by 
redesignating  paragraphs  “(a)”,  “(b)” 
and  “(c)”  as  “(c)”,  “(d)”  and  “(e)”  and  by 
adding  new  paragraphs  (a)  and  (b)  as 
follows: 

§  159.59  Aircraft  equipment  and  operation 
ruies. 

(a)  Except  in  an  emergency,  no  person 
may  operate  a  four  engine  turbojet 
transport  category  aircraft  at 
Washington  National  Airport. 

(b)  After  January  4, 1981,  no  person 
may  operate  at  Washington  National 
Airport  a  transport  category  aircraft  of  a 
type  not  regularly  operated  at  that 
airport  as  of  January  15, 1980,  except  as 
authorized  by  the  director  of 
Metropolitan  Washington  Airports.  The 
Director  may  request  the  person 
proposing  to  operate  aircraft  of  this  type 
at  Washington  National  to  submit  a  plan 
describing  how  the  aircraft  operation 
will  be  compatible  with  the  airport 
facilities,  including  a  description  of  the 
aircraft  type,  the  schedule,  and  the  gate 
position  proposed  to  be  used.  The 
Director  shall  base  his  authorization  or 
denial  on  the  compatibility  of  the 
operation  with  the  National  Airport 
facility. 

***** 

6.  By  adding  to  Part  159  new  section 
159.60  to  read  as  follows: 

§  159.60  Nonstop  operations. 

After  January  4, 1981,  no  person  may 
operate  an  air  carrier  aircraft  nonstop 
between  Washington  National  Airport 
and  any  airport  that  is  more  than  1000 
statute  miles  away  from  Washington 
National  Airport. 

(Secs.  103,  307(a),  (b)  and  (c),  313(a],  of  the 
Federal  Aviation  Act  of  1958,  as  amended  (49 
U.S.C.  §§  1303, 1348  and  1354);  Secs.  2  and  5 
of  the  Act  for  the  Administration  of 
Washington  National  Airport,  54  Stat.  688  as 
amended  by  61  Stat.  94;  Sec.  4  of  the  Second 
Washington  Airport  Act,  64  Stat.  770;  Sec.  6 
of  the  Department  of  Transportation  Act  (49 
U.S.C.  1655)) 

Note. — ^The  FAA  has  determined  that  this 
document  is  a  significant  regulation  under 
Executive  Order  12044  as  implemented  by 
DOT  Regulatory  Policies  and  Procedures  (44 
FR 11034;  February  26, 1979).  FAA  has 
prepared  an  evaluation  covering  economic 
and  urban  community  impacts.  A  copy  of  this 
evaluation  is  contained  in  the  regulatory 
docket. 

Issued  in  Washington,  D.C.,  on  September 
15, 1980. 

Langhome  Bond, 

Administrator. 

[FR  Doc.  28937  Filed  9-17-80;  8:45  am) 
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AGENCY  PUBLICATION  ON  ASSIGNED  DAYS  OF  THE  WEEK 

The  following  agencies  have  agf^  to  publish  all  This  is  a  voluntary  program.  (See  OFR  NOTICE 
documents  on  two  assigned  days  of  the  week  FR  32914,  August  6,  1976.) 

(Monday/Thursday  or  Tuesday/Friday). 


Tuesday _  Wednesday _  _ Thursday _ Friday 


DOT/SECRETARY _ USDA/A^S _ _ _  _ _ _ DOT/SECRETARY _ 

DOT/COAST  GUARD  USDA/FNS _ _ _ _ DOT/COAST  GUARD  USDA/FNS 

DOT/FAA _ USDA/FSQS _  _ _ _ ^ZfAA _ USDA/FSQS 

DOT/FHWA _ _  _ _ USDA/REA _ DOT /FHWA _  USDA/REA 

DOT/ FRA _ MSPB/OPM _ _ _ DOT/FRA _ MSPB/OPM 

DOT/NHTSA _ LABOR _ DOT/NHTSA _ LABOR 

DOT/RSPA _ HHS/FDA _ DOT/RSPA _ HHS/FDA 

DOT/SLSDC _ _ DOT/SLSDC _ 

DOT/UMTA  _ DOT/UMTA _ 

CSA _ _ _ _ _ CSA _ _ 


Documents  normally  scheduled  for  publication  on  a  day  that  will  be  a 
Federal  holiday  will  be  published  the  next  work  day  following  the  holiday. 
Comments  on  this  program  are  still  invited. 

Comments  should  be  submitted  to  the  Day-of-the-Week  Program  Coordinator. 
Office  of  the  Federal  Register,  National  Archives  and  Records  Service. 
General  Services  Administration,  Washington,  D  C.  20408 


NOTE:  As  of  September  2,  1980,  documents  from 
the  Animal  and  Plant  Health  Inspection  Service, 
Department  of  Agriculture,  will  no  longer  be 
assigned  to  the  Tuesday/Friday  publication 
schedule. 


REMINDERS 


The  "reminders”  below  identify  documents  that  appeared  in  issues  of 
the  Federal  Register  1 5  days  or  more  ago.  Inclusion  or  exclusion  from 
this  list  has  no  legal  significance. 

The  items  in  this  list  were  editorially  compiled  as  an  aid  to  Federal 
Register  users.  Inclusion  or  exclusion  from  this  list  has  no  legal 
significance.  Since  this  list  is  intended  as  a  reminder,  it  does  not 
include  effective  dates  that  occur  within  14  days  of  publication. 

Rules  Going  Into  Effect  Today 

ENERGY  DEPARTMENT 

Economic  Regulatory  Administration — 

55374  8-19-80  /  Distribution  of  strategic  petroleum  reserve  crude 

oil 

ENVIRONMENTAL  PROTECTION  AGENCY 
55179  8-19-80  /  State  implementation  plans:  Md. 

55178  8-19-80  /  State  implementation  plans;  Pa. 

FEDERAL  COMMUNICATIONS  COMMISSION 
55205  8-19-80  /  FM  broadcast  station  in  Bethel,  Alaska;  Table  of 

assignments 

55202  8-19-80  /  FM  broadcast  station  in  Blue  Ridge,  Ga.  and 

Murphy,  N.C.:  Table  of'assignments 
FEDERAL  MEDIATION  AND  CONCILIATION  SERVICE 
55394  8-19-80  /  Arbitration  of  pesticide  data  disputes 

List  of  Public  Laws 

Note. — No  public  bills  which  have  become  law  were  received  by  the 
Office  of  the  Federal  Register  for  inclusion  in  today's  List  of  Public 
Laws. 

Last  Listing  September  17, 1980 


